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Abstract 
Young drivers, aged 17 to 24 years, have the highest fatality rate in Australia.  It is believed 
that part of this risk is due to pressure from peer passengers to engage in speeding; which 
may be active (i.e., verbal encouragement) or passive (i.e., perceived pressure on the part of 
the driver).  The Theory of Planned Behaviour (TPB) was used to investigate this impact of 
peer passengers on young drivers, particularly the influence of the type of peer pressure and a 
driver’s level of identification with their passengers.  A scenario-based questionnaire was 
constructed, informed by focus groups and pilot studies, and distributed to university students 
(N = 398).  The questionnaire measured participants’ intentions and the TPB constructs, 
including two components of perceived behaviour control, within a baseline scenario as well 
as an experimental scenario in which the variables of type of pressure and identification were 
manipulated.  Consistent with the hypotheses, the study found that attitudes and self-efficacy 
significantly predicted intentions over and above the variance explained by the 
sociodemographic variables of age, gender, self-esteem, sensation seeking, as well as past 
behaviour and exposure.  Across the scenarios, attitudes explained between 4.3% and 14.5%, 
while self-efficacy to refrain from speeding explained between 4.9% and 17.1%, of the 
unique variance in intentions to speed.  However, contrary to expectations, intentions to 
speed were found to be higher in the “no passenger” than “passenger present” conditions, 
although this finding is not completely inconsistent with recent literature.  A high level of 
identification with passengers led to higher intentions to speed than low identification as 
expected, but, inconsistent with expectations, different types of pressure (i.e., active versus 
passive) did not influence intentions to speed.   
Keywords:  Young drivers, passenger identity, pressure, speeding intentions 
 
  
Young Drivers and Peer Passengers     3 
 
1. Introduction 
It has become well understood in Australia and around the world that young drivers 
(aged 17 to 24 years) have an increased risk of crash, injury, and mortality (Department of 
Infrastructure Transport Regional Development and Local Government [DITRD], 2009).  In 
2008, 17-24 year olds accounted for less than 14% of the Australian population (Australian 
Bureau of Statistics, 2009), yet made up 25.7% of the fatalities on Australian roads (DITRD, 
2009).  These effects are also found worldwide (Department for Transport, 2008; European 
Commission, 2008; National Highway Traffic Safety Administration, 2007; Queensland 
Transport, 2005).  There are various factors that increase the risk of crash for young drivers, 
one currently of interest is the presence of same-aged passengers (Lin & Fearn, 2003).  While 
older passengers and younger siblings seem to be protective (i.e., there is a reduced young 
driver crash risk, Lee & Abdel-Aty, 2008; Senserrick, Kallan, & Winston, 2007), peer 
passengers can substantially increase the risk of crash compared with driving alone (Lin & 
Fearn, 2003; Ouimet et al., 2010), particularly when two or more passengers are present 
(Chen, Braver, Baker, & Li, 2001) .  This research has been reflected practically in the 
establishment of road policies, such as graduated driver licensing (GDL), which places 
restrictions on passenger allowances, particularly at night, during the first years of learning to 
drive. 
The implementation of these policies, such as GDL, is based on research that 
investigates the factors associated with young driver crashes.  From the research, restrictions 
are employed that aim to reduce exposure to those factors.  The introduction of passenger and 
other restrictions in GDL has successfully reduced crashes among young drivers in New 
Zealand (Begg & Stephenson, 2003), the US (Dee, Grabowski, & Morrisey, 2005). Australia 
and the UK (see Senserrick & Haworth, 2004 for review).  However, despite the success of 
GDL’s passenger restrictions (and other aspects), the risk for young drivers still remains high.  
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To further help reduce the crash risk through such policies it is necessary to understand why 
passenger presence increases crash risk. 
Research has suggested many reasons for the increase in young driver crash risk 
evident when travelling with peer passengers.  One observable difference is that there tends 
to be a higher likelihood of speeding and other risky behaviours in the presence of peer 
passengers (Lee & Abdel-Aty, 2008; Simons-Morton, Lerner, & Singer, 2005).  While it is 
beneficial to know that drivers are more likely to engage in risky behaviours with passengers 
present, it is an understanding of why passengers increase this likelihood that is paramount to 
crash risk reduction.  Providing one possible explanation of this peer passenger effect, Allen 
and Brown (2008) suggested a number of factors that may increase adolescent drivers’ 
susceptibility to engage in risky behaviour when peer passengers are present.  The most 
relevant factors in terms of the current research appear to be what Allen and Brown term 
‘social risk factors’. 
Social risk factors are influences on driver behaviour deriving from the social 
environment.  There are two dimensions of social risk factors that are important in terms of 
their influence over driver behaviour.  These are the direct or indirect effect of the influence 
and identification with the influencer.  According to the views of Allen and Brown, direct 
forms of passenger influence can involve the passengers distracting or disrupting the driver 
through conversation, playing loud music, or physically interfering with the vehicle controls 
(Heck & Carlos, 2008), as well as, verbal encouragement to perform risky behaviours.  This 
latter type of peer pressure can substantially increase adolescent risk taking in general 
(Gardner & Steinberg, 2005; Santor, Messervey, & Kusumakar, 2000) and on the road (Sela-
Shayovitz, 2008).  Direct influences, thus, can be described as active in that they involve 
action on the part of the passengers and are considered to be social influences from within the 
driving context. 
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Indirect forms of passenger influence originate beyond the driving context and 
influence the driver through the drivers’ perceptions of pressure from the passenger.  
According to Allen and Brown (2008), these perceptions of pressure would be likely to 
emanate from group norms which specify appropriate behaviour and are developed through 
social interactions and relationships within a group (see also Turner, 1991).  According to 
Social Identity Theory (SIT), individuals base their identity on group membership and, 
therefore, are likely to behave in accordance with their group norms to increase in-group 
similarities strengthening their identity (Tajfel, 1982; Tajfel & Turner, 1979, 2003).  Within 
the driving context, these norms indirectly influence the driver as perceptions of pressure 
from passengers to act in accordance with their group norms (Allen & Brown, 2008).  Thus, 
the indirect influence of group norms can be described as passive as it is the mere presence of 
the passenger that enforces the in-group norm rather than any explicit action on the part of the 
passenger (Conner, Smith, & McMillan, 2003; Sela-Shayovitz, 2008; Zajonc, 1965).   
Consequently, from herein, the term “active” will be used to refer to “direct” pressure 
where the pressure may be regarded as something more tangible and observable, such as 
verbal encouragement from passengers; while the term “passive” will be used to refer to 
pressure that is more “indirect” in nature whereby the influence exerted on a driver occurs via 
unobservable means as in the impact of an individual driver’s own perceptions about what 
others may be thinking or feeling about their behaviour. 
The second dimension important in understanding social risk factors is identification 
with the influencer (in this case, the passenger/s).  According to SIT and self-categorisation 
theories, the influence of the in-group (social influence) depends on an individual’s level of 
identification with that group.  Thus, only those who identify highly with the in-group will 
behave in accordance with group norms, whereas the actions of those with low identification 
to the in-group will not depend on in-group norms, but other factors (Megens & Weerman, 
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2010; Terry & Hogg, 1996).  Consequently, the influence of peer passengers (both active and 
passive pressure) is likely to depend on the driver’s level of identification with his or her 
passengers. 
Both of the dimensions of passenger influence have been supported by past evidence, 
however, neither has been explicitly manipulated.  For instance, the passive/active dichotomy 
of passenger influence was found to differ in a study by Sela-Shayovitz (2008) in which four 
types of influence were examined.  Two of these types of influence involved the driver’s 
apprehension regarding friends’ evaluations and thoughts about attaining social prestige and, 
thus, may be considered more passive influence; while the other two types of pressure 
involved more active involvement of passengers in driver decisions, particularly violations, 
such as encouraging drink driving.  Results revealed that the passive forms of influence were 
highly correlated with speeding and other driving violations as well as being associated with 
crash involvement, whereas the active forms of pressure were not.  The author, however, 
failed to recognise, or articulate explicitly, this distinction between active and passive 
influence, despite the emergence of dissimilar results for the two types of influence.  This 
phenomenon has been noted in research on teenage smoking behaviour, which found 
smoking commencement to be more contingent on group norms than more active types of 
pressure (Stewart-Knox et al., 2005). This distinction, however, is yet to be applied to the 
road safety context. 
In terms of self-categorisation theory and the effect of identity on influence, the 
difference in behaviour for changes in identity have been shown for behaviours, such as 
binge drinking (Johnston & White, 2003), sun-protection (Terry & Hogg, 1996), littering 
(Wellen, Hogg, & Terry, 1998), and recycling (White, Smith, Terry, Greenslade, & 
McKimmie, 2009).  A study on speeding, in particular, (Conner et al., 2003) found that male 
and female drivers reported feeling normative pressure to speed when peer passengers were 
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present which, in turn, was associated with increased speeding intentions.  Supporting the 
effect of passive influence on driver behaviour from individuals a driver highly identifies 
with (i.e., friends as opposed to people the driver does not know well).  It is interesting to 
note that this study also found normative pressure was present when males were driving 
alone, although to a lesser extent, thus, suggesting an implied, passive pressure was perceived 
by drivers even in the absence of passengers.  Despite this evidence, however, specific 
manipulation of identity has been neglected in the literature, as has research into passive and 
active influence.  This gap of knowledge is surprising given the potential significance of such 
information for preventative measures for young drivers, such as GDL. 
The crash risk for young drivers and the development of GDL applies to all kinds of 
road user behaviour by young drivers, however, the focus of the current research is on 
speeding.  This focus is so for a variety of reasons.  First, the incidence of speeding among 
the general population is quite high (44.6%, Glendon, 2007) which is higher for young 
drivers (Fleiter, Watson, Lennon, & Lewis, 2006), and especially those with passengers 
(Glendon, 2007; Simons-Morton et al., 2005).  Second, despite the use of ambiguous 
speeding definitions by road users (Fleiter, 2004), speeding is easily defined by the law and, 
thus, observable.  Finally, speeding is highly dangerous behaviour being associated with an 
enhanced risk of crash, injury, and mortality (Aarts & van Schagen, 2006), such that risk rises 
exponentially with increasing speed (Kloeden, McLean, & Glonek, 2002; Kloeden, McLean, 
Moore, & Ponte, 1997). 
1.1 Theoretical Perspective 
While peer influences have been shown to affect speeding behaviour, such influences 
are not the only determinants of behaviour according to the Theory of Planned Behaviour 
(TPB, Ajzen, 1985).  Consequently, the current research incorporated aspects of this theory to 
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form a more complete picture of young drivers’ speeding behaviour when passengers were 
present. 
The core tenets of the TPB are that intentions are the immediate antecedents of 
behaviour and are, thus, one of the best predictors of future behaviour.  There are three 
factors that the TPB proposes predict intentions, attitudes (i.e., favourable or unfavourable 
evaluation of the behaviour), subjective norm (i.e., perceived approval or disapproval from 
important others for behavioural performance), and perceived behavioural control (PBC; also 
thought to be a direct predictor of behaviour and which refers to the perceived ease or 
difficulty of behavioural performance). The final element, PBC, has been conceptualised as 
incorporating two elements which consider the control a person has over the behaviour 
(controllability) as well as the difficulty of performing the behaviour or what has been 
termed, capability or self-efficacy (Ajzen, 2002).  These components of the TPB have been 
used to explain many risky behaviours, accounting for up to 73% of variance in intentions to 
speed specifically (Warner & Åberg, 2008).   
An advantage of the TPB is that it allows for further constructs to be added to increase 
predictive ability.  In some cases, however, constructs are added rather to control for any 
known influences on the behaviour creating a more accurate reflection of the predictive 
ability of the core TPB elements.  This use of additional constructs has occurred in much 
TPB-based research for road safety and other behaviours, to control for demographic-related 
factors and even past behaviour (e.g., Conner et al., 2003; White et al., 2009).  Relevant to 
speeding and the current research are sensation seeking, self-esteem as well as age and 
gender.  High levels of sensation seeking are often associated with greater speeding 
engagement (Fleiter, 2004; Rosenbloom, 2003), while low levels of self-esteem are related to 
higher susceptibility to peer pressure (Bukowski, Velasquez, & Brendgen, 2008) and higher 
engagement in speeding (Jaffer, Afifi, Ajmi, & Alouhaishi, 2006).  Finally, younger aged 
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males have an increased likelihood of risky driving (Fergusson, Swain-Campbell, & 
Horwood, 2003) and are also more susceptible to peer influence (Steinberg & Monahan, 
2007). 
Thus, the primary aim of this research was to consider the influence of peer 
passengers on young drivers’ intentions to speed, specifically focusing on the type of pressure 
and level of identification with peer passengers.  The secondary aim of this research was to, 
through the addition of the TPB framework, complement the primary aim by understanding 
more about the predictors of speeding intentions across the different scenarios when young 
drivers are driving with passengers.   
In accordance with the young driver literature, it is hypothesised that speeding 
intentions will be greater in the experimental conditions when there are passengers present 
than in the control condition in which drivers are alone (Hypothesis 1). In relation to the key 
variables of interest, type of pressure and level of identification with peer passengers, 
consistent with the available evidence (e.g., Sela-Shayovitz, 2008), it is expected that a main 
effect of pressure will be found such that passive peer pressure will be associated with greater 
intentions to speed than active peer pressure when passengers are present (Hypothesis 2). In 
addition, a main effect of identity is predicted such that peer influence on speeding behaviour 
will be strongest for individuals who highly identify with their peer passengers and weakest 
for those who do not identify with their peer passengers (Hypothesis 3).  Also, it is expected 
that an interaction between type of peer pressure and group identification will occur such that 
passive pressure with high identification will result in the strongest speeding intentions and 
active peer pressure with low identification will result in the lowest (Hypothesis 4). 
Finally, in the attempt to understand more about the predictors of speeding intentions 
within each of the different experimental scenarios, drawing upon the TPB, it is predicted that 
the sociodemographic variables of age, gender, self-esteem and sensation seeking will 
Young Drivers and Peer Passengers     10 
 
significantly predict intentions to speed in all driving conditions when a passenger is present 
(Hypothesis 5a), but that the TPB constructs will significantly predict speeding intentions 
over and above the influence of the sociodemographic variables (Hypothesis 5b).   
2. Method 
2.1 Participants  
Students from a large Australian University aged between 17 and 24 years1 with a 
provisional or open licence were recruited to participate in the study.  A total of 448 
questionnaires were distributed of which 91% were returned.  From this sample, ten cases 
were removed due to inadequate completion or failure to meet selection criteria (i.e., were not 
a licensed driver or not within the required age range) resulting in a final sample of 398 
students (133 males) with 75% on provisional licences (25% open licence) and a mean 19.32 
years (SD = 1.79 years). 
2.2 Questionnaire 
All participants received a questionnaire containing the control scenario always 
followed by one of the four experimental driving scenarios, creating four versions of the 
questionnaire.  All scenarios involved a driver required to speed to overtake another vehicle 
on a multilane highway.  In the control scenario, the driver is alone.  The experimental 
scenarios have two passengers present and differed in terms of identification with passenger 
(low versus high) and  type of pressure present (active versus passive) to create four 
experimental conditions.  Identification with passenger was manipulated by classifying 
passengers as friends (high) or friends of friends (low); type of pressure was manipulated by 
                                                            
1 The participants in this sample are all within the age range (i.e., 17-24 years) for which GDL 
licensing requirements apply and specifically passenger restrictions within the Australian 
state of Queensland where the study was conducted (see  
http://www.tmr.qld.gov.au/Licensing/Getting-a-licence/Car-licence/Provisional-
licence/Restrictions/Peer-passengers.aspx). Of note, within Australia the 
restrictions/requirements within our GDL system apply to all novice drivers (or at least up to 
the age of 25), not just young novice drivers. 
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having passengers verbally encourage speeding (active) or remaining silent, but be 
considered to approve of speeding (passive).  Therefore the resultant conditions were High 
ID/Active Pressure which represented a situation where there was high identification with 
passengers (friends) who were said to be verbally encouraging (i.e., actively influencing) the 
driver  to speed, High ID/Passive Pressure represented high identification with passengers 
(friends) who were said to be silent and therefore any influence the driver experienced was 
passive in terms of the driver’s own perceptions of others’ approval of speeding, Low 
ID/Active Pressure represented low identification with the passengers (friends of friends) 
who were verbally encouraging speeding, and Low ID/Passive Pressure represented low 
identification with their silent passengers (friends of friends) and thus influence was more 
passive (see Appendix A and B).  Clear instructions were given prior to each section of the 
questionnaire, as well as within the questions themselves, to answer the questions according 
to the relevant scenario only. 
2.2.1 TPB Measures 
All direct TPB measures were answered in relation to both control and experimental 
scenarios on a 7-point Likert type scale (1-strongly disagree – 7-strongly agree) where high 
scores indicated more of the given construct (once negatively coded attitudes were reversed).   
Attitudes.  Attitudes toward speeding were measured using three items adapted from 
Elliott, Armitage, and Baughan (2007) and Conner et al (2007): “my speeding in this 
situation would be harmful”; ” speeding in this situation would be good” and “it would be 
very rewarding for me to refrain from speeding in this situation”.  Cronbach’s alpha for the 
attitude scales in the control and experimental conditions were each .63. 
Subjective norms.  Three items adapted from Terry, Hogg, and White (1999) and 
Elliott and colleagues (2007) measured subjective norms (e.g., “the people who are important 
to me would disapprove of my speeding in this situation”, “the people who are important to 
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me would want me to speed in this situation”).  Cronbach’s alpha for the subjective norms 
scale in the control and experimental conditions were.74 and .70, respectively.  
Perceived behavioural control (PBC).  One item was used to measure each aspect of 
PBC.  Controllability “my choice to speed would be completely in my control” and 
capability/self-efficacy “I am confident I could refrain from speeding in this situation”. 
Intentions. Intentions were measured using two items adapted from Terry, Hogg, and 
White (1999) and Elliott and colleagues (2007), “I intend to engage in speeding in the next 12 
months if a situation such as this arises” and “It is very likely that I will engage in speeding in 
the above situation within the next 12 months”.  Cronbach’s alpha for intentions in the 
control and experimental conditions were .86 and .86 respectively. 
Finally, items that were to function as manipulation checks were also included. 
Specifically, the participants were asked to rate their agreement with the statements, “I would 
consider these passengers to be a part of my group of close friends that I hang out with” and 
“I would think that my passengers were attempting to pressure me”.  These items were also 
scored on a 7-point Likert type scale (1-strongly disagree – 7-strongly agree) where high 
scores reflect greater agreement with the statement. 
2.2.2 Socio-demographic Items 
Self-esteem was measured using the Rosenberg Self-Esteem Scale (RSE, Rosenberg, 
1965), which consists of 10 items with a Likert scale response format from 1(strongly 
disagree) – 4 (strongly agree).  Alpha reliabilities from .8 to .92 have been reported.  
Cronbach’s alpha for the current sample was .86. 
Sensation seeking was measured using the 8-item thrill seeking scale developed by 
Stradling, Meadows, and Beatty (2004), which is designed to assess thrill seeking in the 
driving context.  The scale is measured using a Likert response format from 1 (strongly 
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disagree) to 7 (strongly agree).  Cronbach’s alphas of .88-.91 have been reported, the current 
sample had an alpha of .88. 
The questionnaire also included items that measured age, gender, type of licence, 
exposure in hours of driving per week, and speeding behaviour in the past 12 months.  
Speeding was indicated on a scale of 1 (not at all) to 7 (more than once a day). 
2.3 Procedure  
Prior to recruitment, ethics was sought and received by the University Ethics 
Committee.  A draft of the questionnaire was piloted on 19 students over a series of steps of 
refinement, until the questionnaire was sufficiently clear.  The four versions of the final 
questionnaire were then randomly distributed in the order of version 1 to 4 to university 
students on campus from various years and faculties as well as from classes in the 
undergraduate psychology program.  Students completed the questionnaire in exchange for a 
small incentive or course credit if they were from the undergraduate program.  
2.4 Analyses 
Dependent groups t-tests were used to investigate the difference in intentions when 
driving alone compared with passengers.  Hierarchical regression was employed to assess the 
relative contribution of the TPB variables over and above the sociodemographic variables to 
the prediction of speeding intentions.  Finally, a 2-way between groups ANOVA was used to 
assess the differences in intentions to speed as a function of identification and peer pressure. 
3. Results 
3.1. Manipulation Checks 
Two t tests were performed to ensure the experimental conditions induced the desired 
effects in terms of identification and type of pressure.  Marginal means of the high 
identification conditions (M = 5.56, SD = 1.40) were significantly higher than those of the 
low identification (M = 2.61, SD = 1.37) conditions in response to how much passengers 
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were considered to be a part of participants’ close group of friends, t(396) = 21.35, p<.001.  
Marginal means of the passive and active pressure conditions showed that participants in the 
passive pressure conditions (M = 3.12, SD = 1.54) were significantly less likely to perceive 
the passengers in the scenarios as attempting to pressure them than those in the active 
pressure condition (M = 4.75, SD = 1.70), t(396) = 10.01, p<.001.  These results suggest that 
the manipulations of group identification and type of pressure within the experimental 
conditions were successful and, therefore, participants responded to questions according to 
the appropriate scenario. 
In addition, to determine whether random assignment to each of the four experimental 
conditions had been successful, pre-checks were conducted between the groups on a range of 
key variables of interest including gender and age as well as driving exposure and past 
speeding behaviour. A series of ANOVAs were conducted with the four conditions as the 
independent variable and each of the before-mentioned variables of interest as dependent 
variables. No significant differences were found suggesting that random assignment to the 
four conditions had been successful.  
3.2. Passenger Effects 
A series of four repeated measures t tests were performed to measure the difference 
between intentions to speed when in the presence of others (passengers) versus when driving 
alone. Specifically, the mean intention scores for each of the four passenger present, 
experimental conditions were compared with each condition’s corresponding mean intention 
score in the control condition. As shown in Table 1, the t tests revealed that intentions to 
speed in response to the control condition were significantly greater than intentions to speed 
in all four experimental conditions (i.e., when driving with passengers).   
Table 1  
Comparison of intentions to speed in the control and experimental conditions 
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Note. Intention scores were based on a 7-point scale with higher scores indicating greater 
intention to speed. High ID/Active = High passenger identification, active pressure; High 
ID/Passive = high identification, passive pressure; Low ID/Active = low identification, active 
pressure; and Low ID/Passive = low identification, passive pressure (refer to Appendix A and 
B for full description of scenarios). 
 
3.3. Effects of Identification and pressure on intentions to speed 
An analysis of variance was conducted to determine the effect of identification and 
type of pressure on intentions to speed.  The 2 x 2 ANOVA included both identification (high 
versus low) and type of pressure (active versus passive) as independent variables and 
intentions to speed in response to one of the four scenarios was the dependent variable.  A 
main effect of identification on intentions to speed was found, F(1, 393) = 6.50, p<.05, such 
that those in the high identification condition (M = 4.3, SD = 1.57) scored significantly higher 
on intentions than those in the low identification condition (M = 3.89, SD = 1.61).  This 
finding indicates that those with friends as passengers were more likely to report greater 
intentions to speed. However, this effect is quite small accounting for only 1.6% of the 
variance in intentions to speed, once type of pressure and interaction effects were removed 
(partial η2 = .016). 
There were no significant main effects for type of pressure, F(1, 393) = .03, p = 
0.863.  Finally, the interaction between type of pressure and level of identification was non-
significant, F(1, 193) = .01, p = 0.927. 
3.4. Prediction of Intentions to Speed 
Condition Mean (SD) t df sig 
High ID/ 
Active 
Control 4.86 (1.59) 4.35 99 .000 
Experimental 4.32 (1.58) 
 
High ID/ 
Passive 
 
Control 
 
4.56 (1.82) 
 
2.29 
 
98 
 
.024 
Experimental 4.28 (1.56) 
 
Low ID/ 
Active 
 
Control 
 
4.80 (1.72) 
 
6.15 
 
97 
 
.000 
Experimental 3.90 (1.57) 
 
Low ID/ 
Passive 
 
Control 
 
4.59 (1.76) 
 
5.11 
 
99 
 
.000 
Experimental 3.89 (1.66) 
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The predictive ability of the sociodemographic variables and the TPB on intentions to 
speed were assessed using a series of hierarchical multiple regression split by each of the 
experimental conditions.  Age, gender, driving exposure, past behaviour, self-esteem and 
sensation seeking were entered in Step One, to control for their effects.  Attitudes, subjective 
norms, and PBC (controllability and self-efficacy) were then entered at Step Two to 
determine the additional predictive ability of the TPB variables over and above the 
sociodemographic variables on intentions to speed.   
The overall model was significant for the each experimental condition; High 
ID/Active Pressure condition, F(10, 83) = 8.97, p<.001; High ID/Passive Pressure condition, 
F(10, 83) = 12.91, p<.001; Low ID/Active Pressure condition, F(10, 80) = 8.84, p<.001; Low 
ID/Passive Pressure condition, F(10, 81) = 9.25, p<.001.  The overall variance in intentions 
to speed explained by each of the models was between 51.9% and 60.9% (adjusted R2 46% 
and 56% respectively).  Across the conditions, Step One accounted for between 15.3% and 
32.8% of the variance explained in intentions to speed, F(6, 84) = 3.72, p<.05 and F(6, 87) = 
8.55, p<.001, respectively.  While, across the conditions, Step Two accounted for an 
additional 22.5% (R2=.225) to 31.5% (R2=.315) of the variance in intentions to speed, F(4, 
81) = 9.78, p<.001 and F(4, 80) = 13.27, p<.001, respectively.  The results are outlined for 
each condition in Tables 2 and 3. 
As can be seen from Tables 2 and 3, of the sociodemographic variables, past 
behaviour was the most consistent significant predictor in Step One ( range = .24 to .37, 
p<.05 and  range = .28 to .42, p<.05; significant in all conditions except the High ID/Passive 
Pressure condition).  In Step Two, the most consistent predictors were attitude and self-
efficacy, the strongest being attitude, which was significant in all conditions except Low 
ID/Passive Pressure condition ( range = .26 to .522, p<.05).  The positive beta weights 
suggest that greater intentions to speed can be predicted by more favourable attitudes toward 
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speeding.  Self-efficacy was also significant for all conditions, except High ID/Passive 
Pressure condition ( range = -.24 to -.495, p<.05), with negative beta weights indicating that 
decreases in one’s perceived capability predicted increased intentions to speed.    
Overall, the weakest predictor was subjective norms, which did not attain significance 
in any of the four conditions, while controllability attained significance in High ID/Passive 
Table 2  
Hierarchical regression analyses predicting intentions to speed when passengers are present 
in the High Id/Active Pressure and High Id/Passive Pressure conditions. 
 
Variable B  p sr2 R2        R2 change 
High ID/Active Pressure 
Step One     .27** .27** 
Gender .431 .128 .150    
Age -.016 -.019 .815    
Exposure -.025 -.088 .294    
Sensation Seeking .152 .123 .206    
Self-Esteem .048 .012 .875    
Past Behaviour .193 * .223 .020 .032   
       
Step Two     .52** .25** 
Attitude .352* .263 .016 .035   
Subjective Norm .112 .096 .362    
Controllability .027 .028 .728    
Self-Efficacy -.319** -.324 .001 .072   
High ID/Passive Pressure 
Step One     .37** .37** 
Gender .226  .069 .437    
Age .096  .102 .157    
Exposure -.004  -.014 .840    
Sensation Seeking .233* .203 .025 .025   
Self-Esteem -.065 -.019 .817    
Past Behaviour .130 .153 .079    
       
Step Two     .61** .24** 
Attitude .648 ** .453 .000 .109   
Subjective Norm .074  .058 .482    
Controllability .272 * .222 .003 .043   
Self-Efficacy  -.104 -.104 .191    
*p<.05   **p<.001. Betas shown are from the final step (Step 2) of the analyses. 
Note. High Id/Active = High passenger identification, active pressure; High ID/Passive = 
high identification, passive pressure (refer to Appendix A and B for full description of 
scenarios). 
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Pressure condition only. Past behaviour was also significant in Step Two in all conditions 
except in High ID/Passive Pressure condition ( range = .223 to .253, p<.05) while sensation 
seeking reached significance in Step Two in High ID/Passive Pressure condition only ( = 
.203, p<.05 respectively).  Therefore, overall, in each of the experimental conditions, the TPB 
variables predicted intentions to speed over and above that which was already explained by 
the sociodemographic variables. 
Table 3 
Hierarchical regression analyses predicting intentions to speed when passengers are present 
in Low ID/Active Pressure and Low ID/Passive Pressure conditions. 
 
Variable B  p sr2 R2        R2 change 
Low ID/Active Pressure 
Step One     .210* .210* 
Gender -.099 -.030 .726    
Age -.058 -.068 .404    
Exposure -.019 -.082 .345    
Sensation Seeking .038 .035 .713    
Self-Esteem -.218  -.066 .442    
Past Behaviour .186*  .226 .012 .039   
       
Step Two     .53** .32** 
Attitude .641**  .522 .000 .138   
Subjective Norm -.068 -.054 .611    
Controllability .105  .081 .329    
Self-Efficacy -.205* -.238 .019 .034   
Low ID/Passive Pressure
Step One     .31** .31** 
Gender -.082 -.024 .812    
Age .096 .096 .272    
Exposure -.029 -.090 .262    
Sensation Seeking .168 .122 .235    
Self-Esteem .021 .006 .945    
Past Behaviour .257* .253 .010 .040   
       
Step Two     .53** .23** 
Attitude .005 .004 .972    
Subjective Norm .217 .157 .113    
Controllability .192 .136 .102    
Self-Efficacy -.479** -.495 .000 .137   
*p<.05   **p<.001.  Betas shown are from the final step (Step 2) of the analyses. 
Note. Low ID/Active pressure = low identification, active pressure; and Low ID/Passive 
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4. Discussion 
The primary aim of this study was to enhance current understanding of how peer 
passengers influence young drivers’ speeding behaviour through examining the type of 
pressure passengers exert and the effect of the drivers’ identification with passengers on 
intentions.  In addition, the current study, through adopting the TPB framework, aimed to 
also identify the predictors of young drivers’ speeding intentions across a range of scenarios 
in which a young driver was said to be driving with passengers. Overall, the current findings 
highlight the complexity of explaining peer passenger influence with some results consistent 
with the hypothesised expectations and others not.  Specifically, the level to which drivers 
identify with passengers influenced drivers’ intentions to speed; however, intentions were not 
influenced by the type of pressure exerted.  Furthermore, intentions to speed were greater 
when driving alone than when driving with passengers.  The study also revealed attitudes and 
self-efficacy as strong predictors of speeding intentions across conditions.  
4.1. The passenger effect 
In relation to intentions to speed when driving alone compared with driving with 
passengers, the results did not support the hypothesis.  Contrary to past evidence which has 
found passengers to be detrimental to the safety of young drivers (Lin & Fearn, 2003), a 
protective effect of passenger presence was found, such that intentions to speed were higher 
when drivers were alone than with passengers.  This finding could be explained by the 
behaviour-intention gap, where intentions are not necessarily translated into action.  
However, recent evidence does seem to suggest that drivers are more likely to report 
speeding behaviour when driving alone than with passengers in some situations (Fleiter, 
Lennon, & Watson, 2010).  Although this particular research applied to drivers of all ages, as 
opposed to young drivers exclusively, a review by Thomas and colleagues (2007) also reveals 
pressure = low identification, passive pressure (refer to Appendix A and B for full description 
of scenarios). 
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passengers can be both risky and protective for young drivers.  That is, although young peers 
encourage risky driving in others, they also prefer to take risks themselves when alone as to 
avoid endangering the life of their passengers.  This evidence suggests that young people feel 
responsible for those inside the vehicle and, thus, choose to drive in a safe manner.  Another 
line of evidence suggests that the decision to speed by young drivers may depend on self-
presentation, meaning that young adults will drive according to how they wish to be 
perceived (i.e., perceived as a safe or reckless driver), which could change depending on the 
audience (Thomas et al., 2007).  Thus, the current study’s participants may have responded to 
a want to enhance a safe driver image.  These findings suggest that not only the presence of 
passengers and the identity of these passengers influence speeding, but also how the driver 
wants to be perceived by passengers.  Finally, the current research does not take into account 
the various pressures that exist outside the vehicle including how drivers want to be perceived 
by others on the road or pedestrians.  These pressures would be present regardless of 
passenger presence. 
4.2 Identification and pressure on intentions to speed 
4.2.1. Passenger pressure.  The prediction that drivers’ intentions to speed would be 
greater in the presence of passive pressure (i.e., the influence on a driver’s intentions stems 
from the driver’s perceptions of pressure from passengers) than active pressure (i.e., the 
influence on a driver’s intentions stems from passengers actively encouraging speeding) was 
not supported (Hypothesis 2).  Both the passive and active pressure conditions were 
associated with similar levels of reported speeding intentions.  This result could indicate that 
there is no difference in intentions between active and passive pressure, yet the prior research 
does not support this conclusion.  Sela-Shayovitz (2008) found higher correlations between 
passive pressures and speeding than those observed with active pressure.  Also, passive 
pressure had a significant positive correlation with road crashes whereas active pressure did 
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not.  Also, Kobus (2003) found passive pressure to have a stronger effect on intentions than 
active pressure in regards to young adult’s smoking behaviour.  Therefore, the current study’s 
absence of the expected effect may be due to differences between the studies.  
Specifically, in the current study, manipulations of this variable were used (opposed 
to measurement as was used by Sela-Shayovitz, 2008) and were based on situational-specific 
scenarios so that the intentions to speed were reported only in relation to the presence of 
active pressure (i.e., verbal encouragement) or in the absence of active pressure with only 
passive pressure present (i.e., perceptions of pressure based on group norms).  While 
manipulation checks supported that more pressure was perceived in the active pressure 
conditions than the passive condition, the possibility is acknowledged that the addition of 
active pressure does not necessarily equate to the complete absence of passive pressure.   
Even if, passive pressure was indeed present in the scenarios when active pressure 
was being exerted, the results that speeding intentions did not differ between the passive and 
active conditions would suggest that the active pressure was functioning merely to reinforce 
as opposed to surpass the influence of passive pressure, thus, attesting to the importance of 
passive influences as has been reported elsewhere (e.g., Sela-Shayovitz, 2008).   This finding 
suggests that although passive pressure has been shown to play a greater role in crashes and 
speeding than active pressure (Sela-Shayovitz, 2008), the investigation of the effects of 
different types of pressure does represent a challenge for methodological approaches of future 
studies which intend to examine and more fully understand the effects of passive and active 
pressure on young drivers’ behaviour.   
4.2.2. Identification with passengers.  The effect of high identification with passengers 
as more influential on speeding behaviour than lower levels of identification was supported 
(Hypothesis 3).  Specifically, the results indicated that those who were in conditions that 
induced high identification with passengers had higher speeding intentions.  This result is 
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consistent with social identity/self-categorisation theories that individuals are more likely to 
be influenced by those with whom they highly identify than those with whom they do not 
and, further, will strive to enhance similarities between the self and in-group (Terry & Hogg, 
1996; Turner, Hogg, Oakes, Reicher, & Wetherell, 1987).  It is also consistent with prior 
empirical findings relating to recycling (White et al., 2009), binge drinking (Johnston & 
White, 2003) and other health-related behaviours (Åstrøsm & Rise, 2001; Robinson, 2004).  
The current study’s research in relation to this variable is unique in terms of the way 
identification was manipulated and the behaviour investigated (i.e., speeding).  This result has 
potential implications for road safety countermeasures in terms of specifying problematic 
peer passengers (i.e., those with whom the driver highly identifies).  For example, 
advertisements could target peer passengers to consider holding some responsibility for 
keeping their friends (the driver) safe, by encouraging safe driving. 
4.2.3. Passenger pressure by identification.  The interaction effect between type of peer 
pressure and level of identification with passengers (Hypothesis 4) was not supported.  High 
identification resulted in higher intentions and low identification resulted in lower intentions 
with no effect of type of pressure.  Without prior research on the influence of different 
pressure types, it is difficult to determine whether this result is an accurate reflection of the 
passenger pressure/identification phenomenon.  The non-significant result could be due to the 
manipulation of pressure, which may have captured a different construct or type of pressure 
than intended. 
4.3 Prediction of speeding intentions 
4.3.1 Sociodemographic Variables.  The prediction of intentions to speed by 
sociodemographic variables (Hypothesis 5a) was partly supported with a significant overall 
effect for all conditions. Closer inspection revealed, however, that past speeding behaviour 
was the most consistent, significant predictor of intentions; significant in three of the four 
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scenarios (the exception being the high ID/passive pressure condition).  This result is 
consistent with past research which has found past behaviour to influence future intentions 
across various behaviours including speeding (Forward, 2009; Rise, Kovac, Kraft, & Moan, 
2008). As there is limited previous research on types of pressure and the effects of such 
pressure on speeding intentions of drivers it is unclear as to why past behaviour did not 
significantly predict behaviour in the high ID/passive pressure condition. This finding 
suggests that when travelling with passengers that a young driver highly identifies with, their 
behaviour (or intentions, as was measured in this study) may be more changeable. Given that 
past behaviour was a significant predictor of intentions, however, in the high ID/active 
pressure condition, it suggests that perhaps young drivers may be prepared (or have a better 
sense) of how they will respond to verbal encouragement from those they highly identify 
with. In contrast, when they are not exactly sure what those others (they highly identify with) 
in their vehicle are thinking (high ID/passive pressure), the influence is more changeable.   
 This explanation may be supported further by the finding that the only condition in 
which sensation seeking was a significant predictor was the only condition in which past 
behaviour was not a significant predictor. That is, sensation seeking emerged as a significant 
predictor only in the overall model (i.e., at Step Two) of the high ID/passive pressure 
condition. One possible explanation for this finding could be that when drivers are around 
friends (high identity) who are silent, they may assume the friends to be similar to themselves 
and hence may be more likely to focus on one’s own needs/desires, whereas any kind of 
active pressure or the presence of ‘strangers’ would force the driver to shift his or her 
attention from self needs (i.e., sensation seeking) to those of the passenger/s.  This shift could 
be positive if passengers encourage safe driving, however, if passengers encourage dangerous 
driving then the risk remains high. Currently, this reasoning is speculative, but further 
research could add to the understanding of sensation seeking and the role of active pressure. 
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Young age, males, low self-esteem and increased exposure have all previously been 
associated with speeding intentions, but failed to reach significance herein.  Arguably, the 
small age range present in this sample (i.e., the study focused on drivers aged between 17 and 
25 years) makes the non-significant effect of age somewhat unsurprising; however, it appears 
that within the specific driving scenarios, factors other than self-esteem, age, and gender are 
important in explaining the variance in intentions to speed. 
4.3.2. The significance of the TPB variables in predicting speeding intentions over 
and above the variance explained by the sociodemographic variables provides support for 
Hypothesis 5b.  As expected from theoretical and empirical literature, attitude was one of the 
strongest (significant) predictors of intentions to speed across all conditions, except the low 
ID/passive pressure condition.  This result suggests that attitudes toward a behaviour have a 
strong influence on intentions, particularly with the presence of friends as peer passengers.  
Perhaps the lack of a significant effect in the low ID/passive pressure condition could be due 
to a reaction against outgroup norms making personal attitudes less important.  Subjective 
norms was not a significant predictor in any condition, which is not surprising as it is often 
found to be a weaker predictor of intentions than the other TPB constructs (Ajzen, 1991).   
This finding could be due to the importance of other norms not acknowledged by the 
TPB, such as personal norms (or self-standards) and descriptive norms (how other drivers 
behave), which have been found to be more useful predictors of intentions than subjective 
norm (Elliott, 2001).  As expected from past literature, self-efficacy was also a consistently 
strong predictor of intentions, with the exception of the high ID/passive pressure condition, 
however, even in this condition it was negatively associated with intentions to speed, albeit 
not significantly. This result of self efficacy as a negative predictor of intentions is 
understood more clearly when considering that self-efficacy was measured in terms of 
refraining from, rather than engaging in, speeding, thus, the results suggest increases in self-
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efficacy to not speed were associated with decreased speeding intentions.  This finding 
highlights the importance of raising perceptions of individuals’ ability to not speed in 
reducing speeding intentions, however, it also suggests that self-efficacy is not influential in 
all situations, particularly when driving with friends who are not actively pressuring the 
driver.  Controllability was a weak predictor of speeding intentions indicating that control 
over performance does not impact intentions to speed in the current situations.  
Controllability was significant, however, in the high ID/passive pressure condition.  Past 
research has found both self-efficacy and controllability to be consistently strong and 
significant predictors of intentions to speed, however, controllability appears to be stronger 
when measuring actual speeding behaviour.  This evidence may explain controllability’s 
inability to produce a significant effect in most conditions in this study as only intentions 
were measured.   
4.4 Strengths, Limitations and Future Research 
The current study has provided some notable insights.  The research addressed a gap 
in the driver-passenger literature through examination of type of pressure, which has the 
potential to enhance the current understanding of how peer passengers influence young 
drivers.  Furthermore, the study directly addressed the issue of identification with peer 
passengers, which has, to date, received limited research attention in the road safety context.  
Also, the study’s overall design allowed a better investigation of these issues through use of 
specific, driving scenarios as well as a control scenario involving no passengers (thus 
enabling examination of the relative effects of speeding likelihood when alone versus when 
driving with different types of passengers), thus, reducing the influence of unidentified 
variables.  All of these features strengthen the study and subsequent results; however this 
study is not without limitations. 
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The first limitation of this study is the lack of follow-up behavioural data, producing a 
reliance on intentions.  According to theoretical and empirical evidence, however, intentions 
are a reliable predictor of behaviour and are often used as a proxy for behaviour in road 
safety research (e.g., Conner et al., 2003; Warner & Åberg, 2008).  
Second, while most scales had good internal reliability, it is acknowledged that the 
attitude scales had lower than ideal reliabilities (i.e., each α = .63).  Also, due to the split of 
PBC into self-efficacy and controllability, these constructs were consequently measured 
using one-item only and measured opposing constructs (i.e., speeding versus refraining from 
speeding). It is also acknowledged that the specific sources of normative influence that the 
participants of the current study may have been considering when responding to the 
subjective norm items cannot be determined. Challenges and complexities associated with 
responding to TPB-based measures, and normative measures in particular, have been 
identified elsewhere (French et al., 2007). To the extent that the subjective norm construct 
was not a significant predictor of speeding intentions in any of the conditions of the current 
study suggests that in order to understand more about the normative influences in such a 
context, future research may benefit from the provision of a range of items exploring specific 
subjective norms (e.g., same age peers) in addition to the direct, overall subjective norm 
measure. Of note, the direct measure of subjective norm adopted in the current study was 
adapted from elsewhere (Elliott and colleagues, 2007; Terry, Hogg, and White, 1999) and 
was consistent with the standard TPB operationalisation of this construct (see Ajzen, 1991). 
Another limitation concerned the conditions employed.  While the control scenario 
did provide a contrasting condition in which all aspects were held constant except that driving 
occurred without any passengers, it must be recognised that there is an implied presence of 
passenger pressure even when driving alone.  This phenomenon was noted by Conner and 
colleagues (2003) who found males felt normative pressure to speed even when alone.  Also, 
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it is to be acknowledged that the manipulation of the active pressure conditions could not 
guarantee the complete absence of passive pressure, although manipulation checks confirmed 
these conditions to contain greater pressure.   
A number of important research directions emanate from this study.  First, new 
information appears to be emerging in relation to the presence of passengers and driving 
behaviour/intentions for young drivers.  Future research should aim to gain a better 
understanding of the potential protective effect of peer passengers, in what situations this 
sense of responsibility surfaces, the extent to which the danger to other road users is 
considered, and the influences of those in other vehicles when young drivers are alone.  
Second, the distinction between active and passive pressure requires further investigation, 
specifically, the development of new ways to manipulate and/or measure these two types of 
pressure.  Such research has the potential to aid in reducing speeding in young drivers by 
informing whether interventions should focus on, for example, addressing young adult’s 
driving norms or in-vehicle peer pressure resistance skills.  Third, the differences in 
intentions to speed found between low and high identification with peer passengers could be 
further examined to identify differences in different peer groups (i.e., those with whom the 
driver works with versus those often driven with).  Also further research into the TPB’s 
predictive ability within these different situations may prove enlightening for speeding 
prevention in terms of identifying those aspects that countermeasures, such as mass media 
and public education campaigns, should address.  Fourth, all findings in the current study 
would further benefit from the incorporation of an outcome measure of actual behaviour.  
Given such an applied area as road safety, practical outcomes are of particular significance.  
Finally, the addition of a social identity scale to measure group norms to the TPB may 
improve the predictive ability of the subjective norms component, as has been used in 
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previous literature (e.g., physical exercise, Hamilton & White, 2008; sun protection, 
Robinson, 2004; and recycling, Terry et al., 1999).   
5. Conclusion 
Overall, the current study focuses on an area in much need of research, that is, the 
increase in crash risk for young drivers.  Not only has the current study further investigated 
the influence of peer passengers on this crash risk, but addressed a gap within the literature 
relating to the driver-passenger relationship and the type of pressure that influences intentions 
to speed.  The findings of the current research have expanded existing knowledge in the 
young driver literature and provided many directions of importance for future research and 
countermeasure implementation, the result of which may ultimately reduce the risk of crash 
in young drivers.  
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Appendix A 
Control and Experimental Condition Scenarios 
Condition Scenario 
Control 
Condition 
 
It’s Saturday night and the weather and road conditions are fine.  You are driving on 
a multi-lane highway to a party by yourself.  The party goes all night so you don’t 
care what time you arrive.  On your way there you follow a car for a few minutes 
which is driving quite a bit under the speed limit.  It is frustrating so you decide to 
overtake.  As you change lanes and speed up the car in front also speeds up and now 
you must exceed the posted speed limit if you are to continue to overtake. 
High 
ID/Active 
Pressure 
 
It’s a Saturday night and the weather and road conditions are fine.  You are driving 
on a multi-lane highway to a party with two mates of yours that you know really 
well and often drive with.  The party goes all night so you don’t care what time 
you arrive.  On your way there you follow a car for a few minutes which is driving 
quite a bit under the speed limit.  It is frustrating so you decide to overtake.  As you 
change lanes and speed up the car in front also speeds up and now you must exceed 
the posted speed limit if you are to continue to overtake.  Your mates tell you to 
overtake anyway. 
High 
ID/Passive 
Pressure  
 
It’s a Saturday night and the weather and road conditions are fine.  You are driving 
on a multi-lane highway to a party with two mates of yours that you know really 
well and often drive with.  The party goes all night so you don’t care what time 
you arrive.  On your way there you follow a car for a few minutes which is driving 
quite a bit under the speed limit.  It is frustrating so you decide to overtake.  As you 
change lanes and speed up the car in front also speeds up and now you must exceed 
the posted speed limit if you are to continue to overtake.  Your mates do not 
comment, but you know that they have overtaken in a similar situation in the 
past and would approve of you speeding to do so. 
Low 
ID/Active 
Pressure 
 
It’s a Saturday night and the weather and road conditions are fine.  You are driving 
on a multi-lane highway to a party with two people that you do not know really 
well and have never driven with before, but your friend has asked you to give 
them a lift.  The party goes all night so you don’t care what time you arrive.  On 
your way there you follow a car for a few minutes which is driving quite a bit under 
the speed limit.  It is frustrating so you decide to overtake.  As you change lanes and 
speed up the car in front also speeds up and now you must exceed the posted speed 
limit if you are to continue to overtake.  Your passengers tell you to overtake 
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anyway. 
Low 
ID/Passive 
Pressure 
 
It’s a Saturday night and the weather and road conditions are fine.  You are driving 
on a multi-lane highway to a party with two people that you do not know really 
well and have never driven with before, but your friend has asked you to give 
them a lift.  The party goes all night so you don’t care what time you arrive.  On 
your way there you follow a car for a few minutes which is driving quite a bit under 
the speed limit.  It is frustrating so you decide to overtake.  As you change lanes and 
speed up the car in front also speeds up and now you must exceed the posted speed 
limit if you are to continue to overtake.  Your passengers do not comment, but 
you have heard that they have overtaken in a similar situation in the past and 
would approve of you speeding to do so. 
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Appendix B 
 
Experimental Conditions by Level of Identification and Type of Peer Pressure  
 Peer Pressure Type 
Level of Identification Active Passive 
 
High 
High ID/Active Pressure 
Friends 
Verbal Encouragement 
High ID/Passive Pressure 
Friends  
Silent but Considered to Approve 
 
Low 
Low ID/Active Pressure 
Friends of Friends  
Verbal Encouragement 
Low ID/Passive Pressure 
Friends of Friends  
Silent but Considered to Approve 
 
